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Until now there have been no specific publications drawing attention to this 
complex theme. In this contribution I would like to underiine a few general points 
and so awaken interest in making a deeper analysis of the subject. 
The conditions 
1. THE GENERAL EVOLUTIGN OF BOTH NATIONAL MERCHANT FLEETS 
When Belgium became independent in 1830 the North Netherlands shipowners 
left Antwerp, taking with them most of the shipping including the largest liners. In 
1829 the fleet numbered 182 ships with a total tonnage of 26,962 Moorsom tons. 
In 1840 the tonnage was stiU 22.4% lower than that in 1829 '. On the eve of the 
revolution the fleet in Antwerp was equivalent to 17,063 Moorsom tons and by 1835 
the tonnage had dropped to 7,088 I The business world of Antwerp was not 
interested in expanding its own fleet. They feared competition and thought that 
insufficient return freight would not make it worth their while to take such a risk. The 
goveniment then took it upon itself to take the necessary steps and set about things 
in two ways. 
First of all they granted a modest sum of money to the ship-building industry 
(decreeof 7th January 1837) \ On 21st July 1844 there followed an act of differential 
rights. This meant that ships sailing under the Belgian flag were charged a lower 
' The Moorsom-system came in use on 1st January 1884. Before 1884 the tonnage had to be divided 
by 1.168. See K. VERAGHTERT, De havenbeweging te Antwerpen tijdens de negentiende eeuw. Een 
kwantitatieve benadering, Leuven, 1977 (unpublished doctoral thesis), 1.1, p. 30. 
Abbreviations : ARA = Algemeen Rijksarchief, Brussels ; AMBZ = Archief Ministerie Buitenlandse 
Zaken (Ministry of Foreign Affairs) ; SAA = Stadsarchief Antwerpen (Townarchives, Antwerp) ; MA 
= Modem Archief (Modem Archives). 
^ A. DE Vos, De Antwerpse koopvaardijvloot omstreeks 1830, in : Mededelingen Marine Academie, XV, 
1963, pp. 115-116. 
^ P. VANDENSTEEN, Heden en verleden van de Belgische koopvaardijvloot, in : Neptunus, no. 5, 1971, 
pp. 35-36. The law remained in effect until 31 st December 1851. Total credits amounted to 783,000 BF. 
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import duty. This was badly received in Antwerp shipping circles, since they feared 
it would be detrimental to port traffic. Those in favour of absolutely free trade 
obtained the repeal of the act on 19th of June 1856 •*. The effect must have been fairly 
favourable all the same, as the national fleet increased its tormage by 56% between 
1840 and 1855 ; after the act was repealed, however, the tonnage dropped once more. 
In 1870 it was still lower, although the average tonnage rose steadily. In this 
connection it is remarkable to note that tonnage nearly doubled between 1870 and 
1875 owing to the sudden increase in steam shipping (see Appendix I). Meanwhile, 
Belgian ships paid 10% less on import duty (the act of 1822). 
The second course of action lay in subsidising a shipping line. With the act of 
29th June 1840 the government provided a yearly subsidy to a maximum of 400,000 
BF for a forteen year period. Since the private sector did not avail itself of this golden 
opportunity, the government assumed control by buying "The British Queen", a 
packet-boat of 2,250 tons, to start a line to New York. Because of heavy losses this 
came to an end after only three voyages (see further). From that time onwards only 
sailing vessels were subsidised. Private initiative in the fifties also failed despite the 
assistance of the "Société Générale". In relation to the Belgian merchant fleet we 
would like to mention that the 1844 act was to establish an Ostend-Dover line. This 
was held jointly and run by a British commercial undertaking till the year 1863 ^  
More important still was the conclusion of a contract in 1873 with the "International 
Navigation Company" of Philadelphia, which with American capital brought the 
"Red Star Line" into being, though under the Belgian flag. Finally, the founding of 
the Congo Free State provided an incentive to open up a regular line which gave a 
lead to the creation of the "Compagnie Belge Maritime du Congo", which in its turn 
led to the formation of the greatest Belgian shipping company, the C.M.B. in 1930 ^  
In short it may be concluded that no strong fleet was built up for two reasons : on 
the one hand, the lack of experience and interest of Belgian financiers in maritime 
affairs and, on the other, too few convincing and co-ordinated policies on the part 
of the Belgian government. The propagation of the maritime idea in Belgium had to 
wait till 1899 with the founding of the "Ligue Maritime Beige" followed by the Higher 
Maritime Council ("Hogere Zeevaartraad") in 1911, an advisory body meant to 
inform the government '. 
On the eve of the first world war, we owned a 0.53% share of the international 
tonnage, a rather poor record in comparison with our commercial volume. For 
* F J BROEZE, Redenj, in Maritieme Geschiedenis der Nederlanden, t 3 (red F J A BROEZE, J R 
BRUYN, F GAESTRA), Bussum, 1977, p 137 , M SUETENS, Histoire de la politique commerciale de la 
Belgique depuis 1830 jusqua nos jours, Brussels, 1955, pp 39 and 59-60 
' H REUCHLIN, Handelsvaart, m Maritieme Geschiedenis der Nederlanden, t 4 (red R BAETENS, 
Ph M. BOSSCHER, H REUCHLIN), Bussum, 1978, pp 229-230 
' A survey by A LEDERER, L 'expansion beige outre-mer et la Compagnie Maritime Beige, Brussels, 1977 
(Acad R des Sciences d'Outre-Mer, Classe des Sciences Techniques, XVIII-2) 
' J DELMELLE, Histoire de la navigation et des ports belges, Brussels, 1982, p 96 
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example, the merchant fleet of the Netherlands comprised 427 ships in 1913 with a 
capacity of 1.2 million BRT (2.7% of the international fleet) *, whereas Belgium did 
not have more than 260,000 BRT. By the beginning of the first world war, the 
majority of Belgian shipowners were too new and inexperienced to hold their own '. 
At the end of the war, the national fleet had dropped to a mere 4.5% of its pre-war 
record '". With the outbreak of hostilities, the Belgian shipowners went into exile in 
Great Britain. According to the convention of 11th June 1915 between the Belgian 
shipowners association it was agreed that 20% of the available toimage should be put 
at the disposal of the state. Compensaion was to be settled according to British 
standards, the so-called "Blue Book Rates" ". These tariffs being based on pre-war 
costs, during the war years the shipowners made heavy financial losses. This heavily 
undermined their competition potential with neutral countries such as the Nether-
lands. When peace returned, it was found that countries abroad had been able to 
enlarge their fleets considerably with newer and larger vessels. According to the 
shipowners association, the insurance paid out for shipping losses was too low to 
replace pre-war toimage. Moreover, contrary to regulations abroad, the bonus for 
special war damage insurance was not paid out to shipowners, but ended up in the 
coffers of the Belgian treasury 'I After the war, when Belgian shipowners were forced 
to enlarge their fleet, they were faced with steep-rising prices in the shipbuilding 
industry, a state of affairs that continued till 1920 '^ The optimum of some of the 
shipowners bore this out. The demand for raw materials and the feverish climate of 
economic recovery provided extra impetus to the maritime traffic of 1919-1920. But 
later excessive demand for tonnage on the world market brought about a collapse in 
freight prices '^ As early as September 1922, the Belgian Ambassador in Yugoslavia 
had written to minister Jaspar that the international merchant fleet was already in a 
critical situation '^ In time, owing to the financial strain, the shipowners found 
' ARA, Bestuur van Zeewezen, 2980, excerpt "De Nederlandse Koopvaardijvloot in 1913". 
' De Belgische Koopvaardijvloot en de tussenkomst van de Regering, excerpt from the report of the 
committee "Vereniging der Belgische Reeders", Antwerp, 1938, pp. 7 and 10. The poHcy of the 
government was also criticised. 
'° De noodtoestand bij de Belgische koopvaardijvloot, in : Nautilus, 20, May 1933, p. 3. 
" De Belgische Koopvaardijvloot..., cit. supra, p. 10 ; AMBZ, 4564', Marine Marchande Belge, guerre 
1914-1918 ; F. LELEUX, Notre marine marchande belge, Antwerp, 1939, p. 149. 
'^  De Belgische Koopvaardijvloot..., cil supra, p. 11 ; C. SHEID, Comment se situe en Belgique le 
problème de la marine marchande, in : Verslag van het comiteit, Vereeniging der Belgische Reeders, 
Antwerp, 1938. 
" Value of a ship of 7,500 dwt in £stx : 
December 1918:169,000 December 1920 :105,000 
March 1919: 181,000 December 1921 : 60,000 
March 1920: 258,000 
Source : Fairplay, weekly shipping journal, 7th July 1938, p. 26. 
'* About the causes, see : E. JAEGER, De ontwikkeling der wereldvloot gedurende de laatste JOjaarNauti-
/«5, 22, Febr. 1935, p. 9. 
" AMBZ, 4564', Marine Marchande Belge, varia, 1921-1938, letter of 8th September 1922; 
F. LELEUX, op. cit., pp. 159-161, placed the beginning of the crisis in 1923. 
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themselves in the impossible position of running their ships as a paying concern. 
Prosperity returned in 1927 and from then on new orders came in. However, these 
ships were launched when the first signs of the depression began to be felt (see sudden 
growth of the fleet in 1930, Appendix I). 
An index comparison between the evolution of the world tonnage and that of 
the Belgian fleet (in BRT) demonstrates that the latter underwent a proportionally 
higher expansion between 1920 and 1924 than the international fleet (Table I ). After 
1925 the national fleet began to dwindle and by 1929 reached an even lower level 
than in 1920. 
Table 1. — Index to world shipping evolution in comparison to Belgian tonnage (BRT) ". 
Year 
1900 
1912 
1920 
1925 
1930 
1935 
1939 
International 
tonnage 
100 
153 
185 
215 
234 
219 
215 
Belgian 
tonnage 
100 
156 
236 
331 
341 
236 
244 
Belgian share 
in thousands 
5.3% 
5.4% 
6.5% 
8.0% 
7.4% 
5.7% 
5.6% 
Developments in the thirties can be concisely summed up as follows. The 
Belgian merchant fleet, which had reached 362,701 net tons by 1930, decreased 
steadily till 1938 but had a short-lived recovery in 1939. This unfavourable turn of 
events was precipitated by protectionism, which a small country such as Belgium, 
mainly relying on foreign trade, found difficult to withstand. 
Another aspect was the dismantling of the ships. On 1st January 1932, the total 
net tonnage of our fleet consisted of 358,612 tons. The average dismantled tonnage 
of 1931-32 was 97,000 tons or 43% (see Appendix IV) ", liquidation of the 
dismantled ships being the main reason for the decrease in unused tonnage. In the 
course of 1934, 22% of the fleet remained laid up. Another case in point concerns 
the modernisation of the fleet. From 1929 onwards Belgium launched motorships 
with a notably higher average toimage than steamships. The proportion in the total 
tonnage rose considerably, especially from 1937 onwards till the eve of the second 
world war, when it reached 53% (Appendix I). 
Let us now examine the evolution of the American merchant fleet (Table 2). 
After the consolidation of independence of the USA (1789-1829), legislation was 
brought in and tariffs set on some fifty commodities as a protectionist policy and also 
" Lloyd's Register of Shipping, 1940 and, for Belgium, Statistisch Jaarboek van België, t. 97, 1977, 
p. 348. Only mechanical power. 
" This evolution was an argument to plead for government support. See : Verslag over de toespraak 
van senator L. Dens over de steun aan de Belgische koopvaardijvloot tijdens de openbare vergadering van 
de Senaat van 2 april 1935, in : Nautilus, 22, April 1935, pp. 4-5. 
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to protect their own fleet. The result can be deduced from the changing proportion 
of foreign shipping arriving in American ports. This amount dropped from 46% in 
1789 to 8% between 1806 and 1808. From 1830 to 1863 onwards, it varied between 
30 and 39%. Thereafter it rose again by leaps and bound to around 80% in 1883, and 
the situation remained stable till the first worid war (around 78%) '*. The decline after 
1830 and still more so after 1870 is somewhat obscured by the growth of the total 
gross tonnage. 
Table 2. - Average BRT merchant fleet of the USA ". 
Years 
1800-1809 
1810-1819 
1820-1829 
1830-1839 
1840-1849 
1850-1859 
Tonnage 
1,100,000 
1,287,000 
1,421,000 
1,696,000 
2,514,000 
4,487,000 
Years 
1860-1869 
1870-1879 
1880-1889 
1890-1899 
1900-1909 
Tonnage 
4,845,000 
4,422,000 
4,180,000 
4,773,000 
6,369,000 
This protectionist attitude was gradually dropped after 1830, following the 
signing of trade agreements. The "Tarifi" Act" of 30th July 1846 ended all tariff" 
discrimination, though tariff reciprocity remained, however ^°. If, according to inter-
national statistics, the American fleet had a good record, this was entirely due to their 
inland waterways and great rivers as well as coastal waters. The fleet, including the 
fishing fleet, amounted to 23,333 ships and 5,165,000 BRT. Only in the year 1855 
and the period 1860 to 1861 was this amount higher. Their share of the international 
transport trade stood at no more than 15.8%. The cause for this stagnation is better 
illustrated by the fact that in 1800 the gross registered tonnage for international trade 
for the original thirteen states came to 670,000 tons and in 1900 amounted to only 
483,000 tons '^. Furthermore, it was not tul 1898 that the toimage of steam shipping 
would equal that of sailing ships ". Because of the regularity of the service and low 
freight charges on the Atlantic route, saiUng ships were able to keep up with 
competition ". Accordingly, the decline of the American fleet was not immediately 
noticeable on this service. The growth in total tormage was due to an increase in the 
coastal service and traffic on the Great Lakes (1/3). In 1908 only seven transatlantic 
hners sailed under the American flag. It is interesting to note that, owing to the 
" Historical Statistics of the United States, Clonial Times to 1970, Washington D.C., 1978, 
pp. 759-760. 
" Ibid., pp. 749-750. 
™ W. W. BATES, American Marine. The Shipping Question in History and Politics, Boston - New York, 
1892, p. 173. 
" AMBZ, 3122, no. 1718/3. 
" Historical Statistics, p. 751. 
" J. HEFFER, Le port de New York et le commerce extérieur américain, 1860-1890, Paris, 1986, p. 44. 
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colonisation of the Far West, Alaska and the Hawaian Islands between 1893 and 
1903, the tonnage doubled proportionally on the Pacific run ^^  According to a report 
from the Belgian Embassy, there were many reasons for the poor representation of 
the American fleet on the Atlantic route. Besides the already mentioned abolition of 
protectionism, there was the Civil War. Within this period, 239 ships were im-
pounded and 734,652 gross tonnage sold to other countries. Finally, the changeover 
fi^om wood to iron and steel put the American shipping industry in great difficulties ". 
As a protected industry it lacked the incentive of competition. For this reason the cost 
price of materials and salaries were higher in the USA than anywhere else. Sailing 
under a foreign flag was a paying proposition *^. The inland expansion consumed 
most of the resources. The volume on inland traffic was twenty times that derived 
fi-om foreign traffic ". 
At the end of the last century the government tried to solve the problem. There 
were two opposite points of view. The Democrats wanted to abolish the laws 
preventing ships built abroad from registering under the national flag. The Republi-
cans on the other hand wanted to develop their own shipping industry by means of 
subsidies. The latter option was chosen. Nevertheless at the outbreak of the first world 
war there was a considerable shortage of shipping tonnage. With the war effort, the 
American fleet was greatly increased, so that by 1921 it equalled four times that of 
1914. As a result the USA became the first maritime nation of the world. The 
decrease in American tonnage as a result of the slump in freight tariffs was unavoi-
dable and very noticeable in North-American traffic. Freight tariffs for general traffic 
in 1933 was some 35% lower than in the middle of the twenties when the freight crisis 
was at Its worst . 
The recession of 1929 led to further shrinkage. By the middle of 1932, 
3.211.000 gross tonnage of the American fleet was put in mothballs. This meant 14% 
of the total extent. The United Kingdom had only dismantled 18% (3.470.000 ton). 
Germany (33%) and France (28%) were the two countries that markedly preceded 
the USA ^ '. 
" AMBZ, 3122, letter from Washington, 10th March 1904. 
" AMBZ, 3122, "La marine des États-Unis" ; W. L. MARVIN, The American Merchant Marine, its 
History and Romance, New York, 1902, pp. 319-354. 
^' J. HEFFER, op. cit., p. 308. 
1850 
1860 
1870 
1880 
1890 
Inland trade 
2,096,000 tons 
2,974,000 
2,780,000 
2,754,000 
3,496,000 
Foreign trade 
1,440,000 tons 
2,379,000 
1,449,000 
1,314,000 
928,000 
AMBZ, 3122, "La marine des États-Unis". 
*^ ARA, Bestuur Zeewezen, 3435, Vraagstuk der afbetaling, note of the minister 31st March 1936 ; 
H. DE Vos, Notre marine marchande et l'intervention des pouvoirs publics, Brussels, 1922, pp. 81-86. 
" De noodtoestand bij de Belgische koopvaardijvloot, cit. supra, p. 4 ; F. LELEUX, op. cit., p. 162 ; 
Neptunus, 30th August 1932 and Journal of Commerce, 18th August 1932. 
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2. Commercial agreements, the subsidising of shipping lines, 
shipping companies 
In 1832 diplomatic relations were entered into with the USA and already the 
following year a plan for a treaty was being considered in Washington. Brussels dared 
not go against the unyielding attitude of Great Britain, who wanted to protect her 
maritime interests with the argument that Belgium was neutral in status ^°. 
The discriminatory taxes to which all foreign ships in Belgian ports were 
subjected provoked repercussions, as in the case of the Belgian ship "Antonius" 
(1835)''. 
The demand of the American government claiming compensation for the 
destruction caused by the bombardment of 1830 was not met (4,819,165 BF). This 
and other difficulties including the venture with the "British Queen" did not induce 
confidence. The outcome was that when America decided to run a mailboat service 
to Europe, Antwerp missed its chance and Bremen got priority ". 
The first treaty was signed in 1845 and included the mutually agreed abolition 
of the discriminatory tax (art. 2, 3) and the most-favoured nation clause for imports 
and exports between the ports of both countries (art. 8, 9). On 17th July 1858 a new 
bilateral agreement was signed whereby a reciprocal arrangement was ratified. Till 
then Belgian ships coming from outside Belgium were subjected to differential duties. 
In 1875 a new agreement was signed in which the most-favoured nation clause was 
corroborated (art. 12) " and it remained valid till afl;er the first world war •''*. With 
reference to the new tariff" regulations in the USA (the Mac-Kinley protectionist 
system), a 20% reduction was offered to states that were prepared to make similar 
concessions. In 1899 the Antwerp Chamber of Commerce requested the Belgian 
government, apparently in vain, to show some flexibility in their customs policy with 
regard to American cattle and meat imports '^ The depression in 1929 brought about 
a return to protectionism. Later, the commercial agreement of 27th February 1935 
aimed at establishing a new procedure, and Belgium was the first European country 
in which this experiment was put into effect. The most-favoured nation clause was 
retained. A decrease on 47 tariffs was allowed to Belgium, which provided for a 
margin that flucuated between 16% and 50% and, according to the new tariffs, 
increased our export products to the USA by 8%. The same was true of the Belgium 
Luxemburg Economic Union, which also made allowances to car manufacturers, for 
instance. The devaluation of the Belgian franc made no difference to this agreement '^ 
™ J. W. RooNEY, Belgian-American Diplomatic and Consular Relations 1830-1850, Leuven, 1969, 
p. 64. 
" Ibid, p. 77. 
'^  P. H. LAURENT, Antwerp versus Bremen, in : Cahiers d'Histoire Mondiale, IX, 1966, pp. 942-952. 
" AMBZ, 2719'. 
" M. SuETENS, Histoire de ta politique commerciale de la Belgique depuis 1830 jusqu a nos jours, 
Brussels, 1955, p. 119. 
" AMBZ, 2719'. 
'^ M. SuETENS, op cit., pp. 274-283. 
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The setting up of a shipping line to the USA in the first instance lay within the 
domain of the government. In May 1840 a bill was brought before parliament 
enabling the government to finance a regular service. The Belgian Ambassador to the 
USA was in favour of this idea. The decree of 29th June 1840 voted a yearly subsidy 
of 400,000 BF for a period of 14 years ". Owing to the absence of private enterprises, 
the government took it upon itself to buy two vessels, the "President" and the "British 
Queen", belonging to the British and American "Steam Navigation Company". The 
first ship went to the bottom of the sea before delivery, yet despite this the "British 
Queen" was purchased for £143,5000 stx. Later, a control commission was to sharply 
criticize the contract and quite rightly too ^^  An agreement was reached with the 
shipping line Catteaux-Wattel of Antwerp, but the scope for development that the 
government had in view was far greater than that allowed for by legislation. The ship 
made three voyages in 1842 (leaving Antwerp on 4th May, 7th July and 7th 
September). In that period the ship carried a total of 219 passengers on the round 
trip and transported cargo to the value of 32,225 BF, an average of 36 passengers and 
freight worth 5,370 BF. It was especially the return cargo that remained insufficient. 
The three voyages produced a loss of 338,508 BF. This total rose higher still owing 
to additional costs and losses '^. Various factors for this misadventure were singled 
out : the state, having no experience or insight, was quite unsuited to run a ship ; the 
government had demanded an undertaking that only Belgian coal be used, which 
required five sailing ships to be laid on to transport it ; the "British Queen" with 
accommodation for 280 passengers accepted only cabin passengers, whereas the 
greatest demand was for cheap transport for emigrants *". 
Subsidised sailing ships remained in existence. The Royal Decree of 13th April 
1843 stipulated eight sailings a year "'. Encouraged by the example of other countries, 
the Belgian State on 29th May 1853 signed a contract between the shipowners Willem 
Nottebohm, Eduard Weber and Spilliaert-Caymax with a view to establish a profitable 
shipping line with a regular service to New York. The shipowners promised to lay 
out a capital of 5 million BF. The state bound itself to a subsidy of 1,200 BF per return 
journey and guaranteed a 4% return on the capital. Owing to insufficient capital, far 
too small a subsidy and bad management of return cargo, the "Société Belge de 
Navigation à Vapeur Transatlantique" experienced such losses that she had to go into 
liquidation in 1854 ''^ . Then the "Liverpool, New York and Philadelphia Steamship 
" ARA, Bestuur van Zeewezen, 2234, Voorstel tot vestiging van een regelmatige verbinding met New 
York, 21st July 1840 ; 2241, letter from Nothomb, 22nd April 1841. 
'* Moniteur Belge, 27th February 1848. 
" ARA, Bestuur van Zeewezen, 4052. 
* ARA, Bestuur van Zeewezen, 2241, C. Le Hardy de Beaulieu, projet d'une ligne transatlantique de 
bateaux à vapeur entre Anvers et New York, Brussels, 1847. 
'^ ARA, Bestuur van Zeewezen, 2234, correspondence concerning the establishment of a regular 
sailing line. 
"^  Moniteur Belge, 28th October 1853 ; ARA, Bestuur van Zeewezen, 4053, statuten ; 2241, projet de 
reprise de la Soc. Belge de Bateaux... The second half of the capital could never be paid. 
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Company" took over and continued to ply between the USA and Europe with 
départes on Wednesdays from Liverpool. Embarkation from Antwerp took place 
three days earlier. The "Service de Navigation Régulière à Vapeur entre Anvers et 
New York" also had regular departures on Wednesdays, with a similar service for 
Antwerp, except that the voyage began from Southampton. The ships were owned by 
the "Hamburg-American Steamship Company" and the "German Lloyd Steamship 
Company" '\ 
Owing to lack of sufficient funds from the private sector, the Belgian government 
was forced to call upon the assistance of foreign shipping lines to build up a regular 
packet service overseas. So it came about that the state subsidised the "Lamport and 
Holt" shipping line to ply between Antwerp, Brasil and La Plata, half these ships 
sailing under the Belgian flag. In the year 1886 the "Norddeutsche Lloyd" received 
a yearly subsidy of 80,000 BF to sail to Australia and the East Indies, etc. 
As the first bill (voted on 9th September 1870), guaranteeing a minimum postal 
service of 300,000 BF to sail to the USA, did not raise the slightest interest, the 
government increased the subsidy to 500,000 BF on 27th July 1871 "'*. In that year 
Philadelphia sought closer contacts with the continent of Europe '*^  This led to a 
treaty (24th February 1872) between the state and the "International Navigation 
Company" that provided for two departures in summer (May till September) and one 
every three weeks during the Winter. For this three steamers flying the Belgian flag 
had to be engaged with the co-operation of the Antwerp shipbroker's firm Von der 
Becke & Marsily. The "S.A. Navigation Belge-Américaine" was founded on 5th 
September 1872 with a capital of 5,000,000 BF. Only the two aforementioned 
Belgians were shareholders, each with 50,000 BF of stock. The new company was the 
"Red Star Line". The Americans chose the Belgian fiag, as this offered the most 
favourable advantages when competing wdth the British ^^. In addition, on 1 st July 
1873 a line to New York was established, and the company obtained a temporary 
arrangement for alternate voyages between New York and Philadelphia. Owing to the 
international recession, the shipping company was unable to make this a paying 
proposition, and for that reason a new convention was signed on 14th July 1877. 
Departures for New York were to be continued till 31 st December 1878 at fortnightly 
intervals, followed by twelve-day intervals from 30th June 1879 and ten-day intervals 
with a sailing to Philadelphia every twenty-four days. On 1st April 1880 it was agreed 
that there were to be departures to New York on Saturdays and to Philadelphia on 
the last Saturday of the month, all on the basis of a maximum subsidy of 500,000 BF. 
" ARA, Bestuur van het zeewezen, 2241, program of 1862 and Lloyd Anversois, May 1862. 
''* Cinquantième anniversaire de la fondation de la Red Star Line, Antwerp, 1923 ; ARA, Bestuur van 
Zeewezen, 4055 ; J. BOULVIN, Les services réguliers de la Red Star Line entre Anvers et l'Amérique du 
Nord in : Annales de l'Association des Ingénieurs de Gand 1883, 3, p. 199. 
"' ARA, Bestuur van Zeewezen, 4055, Philadelphia Commercial List and Current Prices, 16th 
December 1871. 
"' ARA, Bestuur van Zeewezen, 4051, letter of lOth January 1876 ; AMBZ, 3122, letter of 12th 
February 1900. 
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Because of the alternate sailing to New York and Philadelphia, which sometimes 
coincided, records had to be carefully kept. Afl:er certain changes to the convention 
of 14th March 1882 a new contract was drawn up on 10th March 1887, cancelling 
the voyage to Philadelphia and bringing down the subsidy to a maximum of 380,000 
BF. The maximum duration of the voyage was shortened by 26 hours to 274 hours 
in Summer and by 20 hours to 304 hours in Winter '*'. In 1892 a plan was drawn up, 
guaranteeing a weekly service to New York. No other ports of call were allowed 
except by special permission or in case of emergency. Half the fleet was to sail under 
the Belgian flag. A new service "à grande vitesse" was granted by the American 
government to the "Red Star Line" on condition that the town of Antwerp put at their 
disposal a suitably sized dry-dock for repairs, an ice breaker to keep the Scheldt open 
in Winter and a direct railway line coimecting with Berlin, Cologne, Basel and Paris, 
etc. The latter happened to be already in existence. The company was entitled to the 
entire profits from the mail conveyed by the ships "l In a nutshell, it can be said that 
despite the unfavourable conjuncture, the voyages became more regular and more 
frequent, thanks to the subsidies. Not only was the duration of the voyage shortened, 
but the fleet grew in numbers and even more in tonnage (Table 3). 
Table 3. — Survey of the voyages of the "Red Star Line" (out and home) 
Year 
1874 
1875 
1876 
1877 
1878 
1879 
1880 
1881 
1882 
1883 
1884 
1885 
No. of 
voyages 
46 
56 
56 
49 
50 
79 
99 
125 
117 
126 
128 
128 
Average takings 
per voyage 
_ 
— 
59,307 BF 
57,698 BF 
62,147 BF 
63,387 BF 
77,805 BF 
76,592 BF 
76,627 BF 
82,026 BF 
81,619 BF 
78,479 BF 
% passengers 
_ 
— 
16.2 
21.4 
16.6 
18.6 
27.6 
37.0 
35.6 
36.1 
33.2 
34.2 
The "Red Star Line" succeeded in 1887 in averaging 264 hours 5 minutes on 
50 voyages Antwerp/New York and 268 hours 24 minutes on the return, which was 
"' J. BouLViN, op. cit., p. 7 ; AMBZ, 2334, letter of 16th July 1879 and report of the parliamentary 
session of 8th July 1887 ; ARA, Bestuur van Zeewezen, 4058, note from the Marine Department to 
Ministry of Foreign Affairs, 30th July 1881 ; 4054, convention of 10th March 1887 ; 4060, report of 
the "commission consultative", 29th January 1881 ; 4051, nos. 17, 25, 27, 33, 56. 
"' AMBZ, 2334, convention of 1892 ; ARA, Bestuur van Zeewezen, 4068. 
•" ARA, Bestuur van Zeewezen, 4051 ; J. BOULVTN, op. cit., p. 31. 
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considerably faster than the speed imposed by the state (an average of 289 hours) *". 
On this run eight steamers were in operation in 1882 with a net tonnage of 17,781 
tons. Besides these, two others were under construction (around 6,700 tonnage). By 
1st January 1914 the shipping line owned five ships with a net tormage of 42,324 or 
nearly 18% of the total Belgian fleet ''. 
On the outward voyage the "Red Star Line" cargo consisted of sheets of glass, 
ware from the Rhineland, steel girders and other ironware, primarily from Germany 
and Lorraine, wines from the Rhine and the Mosel districts, and coal as ballast when 
there was insufficient cargo. An innovation was the export of chicory, which required 
refrigeration (-4° C) ". It was principally in the transport of emigrants that the "Red 
Star Line" gained renown. Her packet boats had been specially designed with the 
transport of passengers and cargo in mind (Tables 4 and 5). 
On the return voyages the "Red Star Line" brought back the usual cargoes of 
cotton, tobacco, timber and especially cereals. Between 1883 and 1886, 46% of the 
total grain imports from the USA were transported by the ships of the "Red Star 
Table 4. — The evolution of passenger transport by the "Red Star Line" 
Year 
1873 
1874 
1875 
1876 
1877 
1878 
1879 
1880 
1881 
1882 
1883 
1884 
1885 
1886 
Outward 
Cabin 
942 
1,502 
1,858 
1,911 
2,070 
2,463 
2,620 
journey 
Steerage 
16,028 
25,083 
23,015 
23,303 
21,546 
20,362 
18,298 
Return 
Cabin 
591 
877 
1,192 
1,361 
1,696 
2,134 
2,384 
journey 
Steerage 
1,171 
2,248 
3,298 
6,061 
7,366 
9,000 
5,583 
Total 
2,900 
5,744 
7,050 
5,696 
5,834 
4,955 
10,527 
18,732'" 
29,710 
29,353 
32,636 
32,678 
33,959 
28,885 
% outward 
90 
89 
84 
77 
72 
67 
72 
'° ARA, Bestuur van Zeewezen, 4063. In the convention of 1887 was a clause that eight hours should 
be subtracted for navigation on the Scheldt. 
" J. BouLVTN, op. cit., p. 32 ; ARA, Bestuur van Zeewezen, 3011, list of Belgian shipping companies 
(1914). 
" ARA, Bestuur van Zeewezen, 4051, Commission consultative, séance du 4 mai 1886 ; AMBZ, 
2234, The total volume fluctuated between 43 and 58 m^  per ship. 
" ARA, Bestuur van Zeewezen, 4054 (from 1880) ; J. BOULVIN, op. cit., p. 31 ; SAA, MA, 4738 
(1906-1910); Cinquantième anniversaire..., cit. supra. 
'" Boulvin's figures for 1880-81 lie higher viz. 20,947 and 34,915. In Cinquantième anniversaire..., cit. 
supra, l'i,')91 is mentioned for 1880. There is no explanation for this deviation. 
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Table 5. — Passenger transport out and home "Red Star Line". 
Year 
1906 
1907 
1908 
1909 
1910 
1911 
1st class 
6,679 
6,506 
5,375 
6,379 
8,476 
2nd and 3rd class 
99,165 
115,807 
65,217 
83,192 
89,787 
Total 1 
105,844 
122,313 
70,592 
89,571 
98,363 
±121,000 1 
Line" . Practically no information can be found concerning profits. One acount from 
the shipping company drawing attention to their request for subsidies concerns a 
journey by the "Westland" in 1884. 
expenses on departure from Antwerp : 
expenses on arrival in New York : 
expenses on departure from New York : 
expenses on arrival in Antwerp : 
received in Antwerp : cargo : 
received in Antwerp : passengers : 
received in New York : cargo : 
received in New York : passengers : 
63,882 BF 
12,472 BF 
57,076 BF 
47,277 BF 
45,777 BF 
61,317 BF 
52,776 BF 
29,953 BF 
From the credit balance of 9,116 BF BF the sum of 7,949 BF had to be paid out on 
dry-dock and upkeep charges. Another account shows that the total number of 
journeys for 1879-84 produced a credit of 1,290,334 BF. However, given the 
depreciation of the ships and the company's general expenses (unknown), they must 
have been overdrawn. An entry on 31st December 1884 shows that the company's 
capital amounted to 13,615,000 BF in shares. At that time the steamers had 
depreciated in value by 3,254,440 BF. The assets were valued at 19,659,288 BF. In 
addition to the debit and credit columns there remained reserves of 396,597 BF. The 
account disclosed that to date no dividend had ever been paid out ". It was imperative 
for the state to subsidise the fleet if it was to be maintained. 
In 1902 the "International Company of New Jersey" changed its name to the 
"International Mercantile Company". Before the first world war there existed a 
weekly service to New York, departing on Saturdays from Antwerp and calling at 
Dover on the way. Alternately they sailed once or twice a month to Philadelphia ( 18 
times yearly) and ran a fortnightly freight service to Boston. Starting in 1920 the ships 
of the "Red Star Line" sailing from Antwerp called at Southampton and the following 
year they also included Cherbourg. The recession and the decreasing numbers of 
emigrants caused the size of the fleet to shrink, and by 1935 the remaining ships were 
" ARA, Bestuur van Zeewezen, 4051 ; the company's figures for 1884 are 10% lower than those of 
the customs. 
« Ibid. 
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sold off" to A. Bernstein of Hamburg, who retained the crews and continued on the 
already established route ". 
Other shipping companies established in Antwerp appealed in vain to govern-
mental departments. The first to make an appeal was the "White Cross Line", 
founded in 1865 by the Swiss Daniël Steinmann. About 1872 he opened a shipping 
line to New York with three steamers ^'. Theodore Engels and Company also started 
a line in 1875. When Steinmann found himself in financial difficulties, he proposed 
working with Engels, probably in the year 1883, since Engels in his correspondence 
requesting help from Brussels also mentions Steinmann's shipping lines with his own. 
Between September 1882 and August 1883 Engels succeeded in completing 26 
sailings to the U.S.A. with four ships. Three thousand seven hundred and twenty 
passengers (out and back) were transported and 119,954 tons of freight were carried. 
Steinmann completed 19 voyages with four ships, 2,095 passengers and a cargo of 
only 74,060 tons. From 1884 to 1886 three steamers of Engels and Company were 
in service, sailing to Boston, New York and Halifax. In 1885, 18 voyages were 
made '. By 1888 Steinmann still owned one ship and Engels sold two of his three 
steamers. Renewed claims for subsidies were refused on the grounds of irregular 
sailings. Six years later both companies had ceased to exist. 
In October 1885 the "Fumess Line" opened a line to Boston with three 
steamships. Fruitlessly did their agents Keimedy and Hunter seek to obtain exemption 
of payment on certain dues '". 
We would like also to mention the "Phoenix Line", which sailed under a foreign 
flag and was owned by the ship-owning Wilson family from Hull. From 1896 on they 
ran a line between Antwerp and New York with hired steamers *'. 
The oil companies were the first to launch ships for the transport of crude oil, 
for which they founded subsidiary companies. One example is "American Petroleum 
SA", founded in 1891, which owned three ships. Shortly after this a fourth was 
acquired bringing the total tonnage to 8,000 tons. Just before the first world war 
another two ships were added (together making 9,500 tons). By 1913 the company 
owned 10 ships and 21 lighters, though after the war only the "Ampeco" remained. 
In 1925 the 12,360-ton "MotocarUne" was launched and in 1937 the "Esso Belgium" 
(15,000 tons) came into service. Just before the second world war the company was 
renamed "Standard American Petroleum Company" (Belgian Ltd company) and 
owned two ships ' I Another case was the "Belgian Gulf Oil Ltd Company", an 
" N. R. P. BoNSOR, North Atlantic Seaway, Prescot, 1955, pp. 286-290. 
" Ibid, p. 277. 
" ARA, Bestuur van Zeewezen, 4073-4074 ; N. R. P. BONSOR, op. cit., pp. 276-278, proposed 1888 
as the start of the co-operation. In 1884 Engels & C° owned 4 steamers (12,508 tons) and 5 sailing 
ships (2,612 tons). Other shareholders were : Com. David (Antwerp), Jos Bennert (Antwerp), Aug. 
Müller-Peltzer & C° (Antwerp), Henri & Oscar Peltzer (Verviers), I. Conderé (Antwerp), Max. Muller, 
A. Govaert, justice of the peace (Brussels). 
'" ARA, Bestuur van Zeewezen, 4074. 
" J. HEFFER, op. cit., p. 296. 
" R. JACOBS, 50-jarig bestaan der Belgische koopvaardijverenigingen, in : Hinterland, no. 23, 1959, 
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amalgamation of three compames which started in 1933 The oldest was the "SA pour 
l'Importation d 'Huiles de Graissage" (1891), which owned four ships (12,050 
tons) " 
Dunng the first world war a final but important step was taken by the govern-
ment which was to influence Belgian-United States mantime relations A "Commis-
sion for Relief in Belgium" was set up to provision the population dunng the difficult 
war years In January 1916 they requested and obtained from the Belgian State that 
all suitable steamers flying the Belgian flag should be put at their disposal to sail 
between the USA and Rotterdam " Only 24 ships were found to be suitable, whereas 
twice as many were needed Therefore the government entered into negotiation with 
the shipowners The Brys and Gylsen Group suggested issuing two bond issues one 
for 25 milhon and one for 75 million BF, the interest and capital of the latter being 
underwntten by the State The potential loan was to be guaranteed by the value of the 
fleet of 39 ships that were yet to be built together with the profits made dunng the 
war years Thus the "Lloyd Royal Beige" came into being on 26th June 1916 The 
Brys and Gylsen Group had three Belgian and two Bntish companies under their 
control the "Gylsen Shipping Company Ltd", the "Antwerpsche Zeevaart Maat-
schappij Ltd" and the "SA de Commerce et de Navigation" on the one hand, and 
the "Brys and Gylsen Ltd" and the "Anglican Steamship Company" on the other ^^  
Their national character was to be respected At least three quarters of the ships had 
to be put on regular runs Two government commissioners were appointed and the 
shipping companies could rely on the support of the government *' 
The fleet consisted of 35 vessels Eighty per cent of the total assets, valued at 
a minimum of 100 milhon BF, were transferred to the "Lloyd Royal" This company 
preferred a quick expansion to building up reserves or paying out dividends After the 
war the "Lloyd Royal Beige" started a Ime to New York, Philadelphia, Baltimore, 
New Orleans and Galveston Not without cause did the shipowners expose them-
selves to cnticism by the shipowners' union, which accused them of unfair competi-
tion, seeing they had the advantage of government backing The ships were in a bad 
state of repair, and the service left much to be desired *' Finally the government 
became the shareholder The debts were paid by selling off" the ships The dead-weight 
tonnage of 330,527 tons on 52 ships in 1923 dropped to 136,775 tons on 18 vessels 
in June 1927 In 1930 the "Lloyd Royal Beige" still operated a service to New York 
p 73 , ARA, Bestuur van Zeewezen, 3177, Officiële lijst der zeeschepen met hunne seinletters en der 
Rijnhchters (Min van Verkeerswezen, Bestuur van Zeewezen), nr 4 (Jan 1922) - nr 27 (Jan 1924) 
" Ibid. 
" L VERHULST, Arthur Bniys en Henry Gylsen, in Mededelingen Manne Academie, XIX, 1967, 
pp 9-54 , AMBZ, 4564, II, 1, Manne Marchande, LRB notes diverses 1918 
" F HERMANS, Lloyd Royal Belge SA 1916 1930, m The Belgian Shiplover, no 123, May-June 1968 
" AMBZ, 4564, II, 1, Constitution de la flotte du Lloyd Royal Belge , Echo de la Bourse, 27th June 
1923 
" AMBZ 4564, II, 2 Dossier general A 1915 1918, letter of the Association of Shipowners, 13th 
July 1918 Dossier general B, letters from 1922 between the embassies and the Ministry , L DENS LRB 
Etude objective sur la situation de cette société. Conference donnée a Anvers, mars 1923 
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every ten days. The same year a merger with the "Compagnie Belge Maritime du 
Congo" became inevitable, the new firm becoming the "Compagnie Maritime Beige 
(Lloyd Royal)" '\ 
We shall end this chapter with a survey of shipping lines at home and abroad 
which covered a regular route between Antwerp and the USA " (Table 6). 
Table 6 (a). - Situation 1929. 
Company 
Lloyd Royal Beige 
Red Star Line 
American Diamond Lines 
(N.Y.) 
Arnold Bernstein (Hamburg) 
Hamburg-America Line 
(Hamburg) 
Norddeutscher Lloyd (Bremen) 
EUemian's Phoenix Line 
(Hull) 
Cie Générale Transatlan-
tique (Paris) 
North Pacific Coast Line 
or Holland-America Line 
(Rotterdam) 
Ostaziatische Kompagnie A.S. 
(Copenhague) 
Ports of destination 
New York 
New York, Halifax 
New York, Philadelphia, 
Boston, Baltimore, 
Portland (Maine) 
New York 
San Francisco, Seattle, 
Vancouver 
San Francisco, Vancouver 
New York, Boston 
N. American Westcoast 
San Francisco, Vancouver 
San Francisco, Seattle, 
Portland 
No. of 
ships 
10 
9 
13 
8 
7 
12 
10 
7 
8 
6 
Net ton 
142,704 
490,730 
168,701 
126,047 
92,359 
78.974 
65,399 
42,744 
100,652 
56,244 
No. of 
voyages 
33 
41 
38 
36 
18 
15 
17 
9 
17 
10 
Table 6 (b). - Situation 1939. 
Company 
Compagnie Maritime Beige 
Holland-American Line (+ Red 
Star Line) (Rotterdam) 
Black Diamond Lines (N.Y.) 
Hamburg-America Line 
(Hamburg) 
Westfal.-Larsen & Cy A.S. 
Isbrantsen-Möller Line (N.Y.) 
Cie. Générale Transatlan-
tique (Paris) 
Fred Olsen Line (Oslo) 
Ports of destination 
New York 
New York 
New York, Philadelphia, 
Boston, Baltimore, Newport, 
Portland (Maine) 
San Francisco, Seattle, Port-
land, Vancouver 
Westcoast 
New York 
Westcoast 
Westcoast 
No of 
ships 
6 
19 
12 
12 
8 
15 
10 
2 
Net ton 
145,217 
464,043 
283.596 
216,343 
117,296 
58,391 
109,349 
8,666 
No. of 
voyages 
37 
57 
72 
39 
27 
29 
20 
2 
W. V A N C A U W E N B E R G , op. cit, p p . 119-124 ; A . L E D E R E R , op. cit, p p . 2 0 - 2 3 . 
Haven van Antwerpen, Statistiek der zee- en binnenvaart, 1929, 1939. 
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The achievements 
In the light of the present report we can give only an idea of the general trend. 
These results are to be found in the Appendixes I-VII. 
In relation to harbour trafiBc and the growth in the average tonnage of all 
shipping docking in the port of Antwerp it is interesting to note the following points. 
Twenty years were needed between 1850 and 1870 to double the tonnage, 
whereas after that it only took 10 years to do the same, owing mainly to the 
introduction of steamships. Once again it took twenty years from 1880 to 1900 to 
double the tonnage, followed by a gradual rise towards 1913. A comparison of the 
1913 level with that in 1939 shows a period of stagnation, except for a small rise 
above this level during the second half of the twenties (Table 7). 
Table 7 — Average tonnage (Moorsom ton) of ships amved in Antwerp. 
Year 
1850 
1855 
1860 
1865 
1870 
Tonnage 
147 
149 
191 
238 
300 
Year 
1875 
1880 
1885 
1890 
1895 
Tonnage 
463 
586 
890 
1,025 
1,152 
Year 
1900 
1905 
1910 
1915 
1920 
Tonnage 
1,276 
1,606 
1,869 
2,005 
1,411 
Year 
1925 
1930 
1935 
1939 
Tonnage 
2,026 
2,133 
1,981 
2,036 
In relation to the general incoming harbour traffic, the contribution of the 
USA-route was considerable : in 1820 18.6%, 1840 15.63%, 1880 19.9%, 1890 16% 
and 1900 12.3%. Owing to the Civil War a low of 5 to 7% was reached in the years 
I860 to 1865, while the last quarter of the 19th century especially was the best, with 
a peak of 20% in 1880 ™. Immediately after the war the figure was 18%, but this went 
down again to an average of 10% (Appendix VI). In comparing the figures available, 
it is striking to see that between 1850 and 1939 the average tonnage of ships on the 
transatlantic route was 40% higher than the general tonnage of all incoming shipping 
put together. This can only be explained by the introduction of giant steamers on the 
transatlantic line. The second conclusion is drawn from the steadily increasing 
number of ports in the Pacific Ocean open to in- and outgoing vessels between the 
States, more especially so after 1923. 
Let us now review the proportion of the total arrived tonnage in Antwerp for 
the principal nationalities (Appendix V). The German flag was the most frequently 
observed in the port of Antwerp between 1830 and 1865. Originally, the Stars and 
Stripes were also well represented but by 1860 ships under the American flag had 
drastically diminished in number. With the exception of the early post-war years, the 
percentage of American shipping continued to fall to less than 5%. It was the British 
who succeeded in getting the lion's share for themselves in 1865 (up to about 60%). 
™ K. VERAGHTERT, op cit., bijlagen LXV (-1899). 
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After 1918 their predominance was to slowly diminish in proportion to the steady 
growth of the German fleet already preparing for the second world war — an 
occurrence similarly noted before 1914. The Belgian flag was then well above 10% 
between 1830 and 1835, and the same position was reached once more between 1880 
and 1900. In the twenties it remained steady between 6 and 7% but after that fell back 
to 5%. 
The Belgian flag held its own better on the transatlantic route : very low (to a 
maximum of 6.5%) till 1860 — a period in which the USA held the major part of the 
traffic - , rapidly rising to 49% between 1875 and 1895. The setback came on the eve 
of the first world war, when it fell to 17.5% ". This level was attained once more in 
1924, only to diminish gradually again to 10% after 1930 (Appendix VI). 
We shall now analyse the figures for cargo and passenger transport. First of all, 
in the aforementioned period, we notice that our balance of trade with the USA 
always fell short ", an imbalance that went back to the days of Willem I, when bricks 
were transported as ballast ". However, between 1924 and 1929 this product became 
an important export item, reaching a peak of 130,000 tons in 1927. Unfortunately 
the weight was of no comparison to the value '^ In 1914 18% of ships sailed under 
ballast to the USA, even 68% by 1919, a figure which then crashed to 6% in 1929 ; 
by 1939 it had returned to 18% ". 
In our foreign trade the USA came fourth after Great Britain, France and 
Germany. This was the case in the years preceding the first world war, as also in the 
period 1929 to 1939. In 1895 imports from the USA amounted to 7.9% and in 1913 
to 8.3% of total imports in Antwerp, whereas our export figures were 3.4% and 2.9% 
respectively'^ The Belgian Luxemburg Economic Union imported an average of 
9.1% from the USA and exported 6% on average", but sometimes lows were 
recorded. The slump in freight transport charges in the twenties hit the transatlantic 
route badly, and the depression was also particularly responsible for its damaging 
effect on commercial relations with the USA In this manner total Belgian Luxem-
bourg Economic Union exports dropped from the 100 index to 81 in 1929, whilst 
its exports to the USA dropped to 53.5% ' I 
" Ibid, bijlage XCIV (-1899). The British held 66% in 1900, the figure remaining above 50% till 1940. 
" M. SUETENS, op. cit., p. 160. 
" R. BAETENS, Omvang en produktie van de baksteennijverheid in de Rupelstreek (16de-20ste eeuw), in : 
Bijdragen tot de Geschiedenis, 62, 1979, p. 165. 
'" Ibid, pp. 167 and 180. 
" Haven van Antwerpen, Statistiek der zee- en binnenscheepvaart. 
" K. VERAGHTERT, Buitenlandse handel, in : Nieuwe Algemene Geschiedenis der Nederlanden, t. 13, 
Bussum, 1978, p. 243. 
" Nationale Bank van België, Bulletin d'information et de documentation, numéro spécial : Statistiques 
économiques belges, 1929-1940, Brussels, 1941, pp. 358-359. In percentage of total imports and exports. 
" ARA, Bestuur van Zeewezen, 3435, Vraagstuk der afbetaling, Rekenhof Nota van de Minister aan 
H. De Vos, 31st March 1936 ; 3404, "Détresse actuelle du marché des frets", Lioyd Anversois, 5 mars 
1936 ; K. VERAGHTERT, Het economische leven in België 1918-1940, in : Nieuwe Algemene Geschiedenis 
der Nederlanden, t. 14, Bussum, 1979, p. 96. 
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The most important products imported from the USA between 1860 and 1939 
were. cotton, cereals, oil (after 1870), cars (especially after 1920), timber and, to 
a lesser extent, coffee (till 1900), tobacco, fruit, meat and linseed (cattle feeder) 
(Appendix VII) We would like to mention in passing the import of animal fats (in 
1880 — 23,354 tons , in 1890 — 25,040 tons) and iron ore (the record year being 
1900 with 20,692 tons) Honey was also regularly imported till the first world war 
(as much as 1,252 tons m 1910) 
J Heffer considered sugar and sheet glass the most important exports from 
Belgium to the USA before 1900 " In fact, not only was the supply more vaned, but 
there was no less in value or weight of other products In this manner Belgium 
exported relatively large quantities of iron and steel, zinc, cement, rags, hides and also 
glass for mirrors (up to 15,568 tons in 1928), mineral water and chicory (fresh and 
roasted) (Appendix VIII) On the other hand the export of cement and sheet glass 
to the USA dimimshed in importance , in 1900 it was still 30% and 16%, by 1910 
only 3 8% and 7 9% respectively In 1880 32% of glass exports still went to the USA 
The export of mineral water and chicory did not get established till the end of last 
century In 1890 there is a mention of 498 tons of chicory and 1,411 tons of roasted 
chicory, in the same year mineral water exports to the States were valued at 
2,472,587 BF, which equalled about 68% of total mineral water exports for that year. 
The fact that cement and glass were such successful exports naturally had to do with 
the expansion of these fields in industry *" 
The production of glass in Belgium was already a long-established tradition It 
had nsen from 1 28 million m^  in 1841 to 15 86 milhon m^  in 1875, reaching 33 44 
million in 1899 *' and, after a slight decrease,climbing to a peak of 61 66 million m^  
by 1929. In 1933 production fell to a third *^  Till about 1890 the USA remained our 
best customer and not long after was displaced by Great Bntain When the war ended 
demand from the USA continued to decrease " The reason for this was protectio-
nism When the USA signed a commercial agreement with Czechoslovakia in 1937 
the import duty on glass was lowered The clause of most favoured nation allowed 
Belgium also to take advantage of this and glass exports to the USA recovered *" 
Emigrants were, in a way, our most important export Especially the years 
between 1880 and 1913 marked the best period for passenger transport services 
(Table 8) 
" J HEFFER, op at, p 251 
'° R BAETENS, De klemijverheid en aanverwante bedrijven, m Industriële Revoluties in de provincie 
Antwerpen (ed R BAETENS), Antwerpen, 1984, pp 205 206 
*' Y DouxCHAMPS, L evolution seculaire du verre a vitres et de la glacene en Belgique de 1823 a 1913, 
m Bulletin de lInstitut de Recherches économiques et sociales, 1951, no 5, p 512 
" Bulletin dinformation de la Banque Nationale de Belgique, 1934, no 8, p 283 
" Ibid, 1934, p 284 and 1939 p 104 , A VAN DEVENTER, De ontwikkeling der Belgische venster-
glasindustne, in Tijdschrift voor Economische Geografie, 1912, no 5, p 157 
*•* L industrie belge du verre a vitres, m Industrie, 1948, no 6, pp 362-364 
*' Calculated on figures by K. VERAGHTERT, From Inland Port to International Port, m F SUYKENS et 
al Antwerp A Port of All Seasons, Antwerp, 1987, p 381 
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Table 8. — Direct emigration via Antwerp (average) 
1843-1852: 9,178 1863-1872: 3,127 1883-1892: 30.834 1903-1912: 69,792 
1853-1862: 8,411 1873-1882: 12,727 1893-1902: 27,747 
After the war stricter immigration laws in the U.S.A. put a stop to this source of 
income, though migration to Canada grew in importance. So, in 1929 there were only 
11,430 emigrants in Antwerp of which 8,324 travelled to Canada *'. 
* 
* * 
From the facts already mentioned we may conclude that maritime relations 
between Belgium and the U.S.A. were marked by significant fluctuations and a 
continual trade imbalance. The sway the American flag originally held on this route 
had to make way for other countries. It still took many years before Belgium was able 
to realise her endeavours in running a regular service. This finally came about thanks 
to considerable fmancial assistance from America and the Belgian government. The 
route was kept going on basic products such as cotton, cereals and oil. Only a few 
manufactured goods from Belgium enjoyed temporary success. Together with the 
migrants, they formed the main part of the return cargo. This exchange of cargoes 
underwent too many exacerbating factors to ensure the continued commercial success 
of the line. 
" G. KURGAN & E. SPELKENS, TWO Studies on Emigration through Antwerp to the New World, Brussels, 
1976; J. EvERAERT, Antwerpen als emigrantenhaven ; de overzeese landverhuizing naar Amerika, in: 
Mededelingen van de Marine Academie, 26, 1980-82, pp. 55-67 ; J. STENGERS, Émigration et immigration 
en Belgique au xix' et au xx' siècle, Acad. R. des Sciences d'Outre-Mer, 1978, XLVI-5. 
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Appendix I. — Belgian merchant fleet, 1840-1939. 
Year 
1840 
1846 
1850 
1855 
1860 
1865 
1870 
1875 
1880 
1885 
1890 
1895 
1900 
1901 
1902 
1903 
1904 
1905 
1906 
1907 
1908 
1909 
1910 
1911 
1912 
Steamships 
NS 
5 
5 
5 
7 
4 
8 
12 
24 
39 
51 
42 
50 
67 
69 
66 
68 
67 
65 
67 
73 
74 
84 
97 
99 
93 
NT 
596 
1,678 
1,735 
1,151 
1,334 
3,489 
7,501 
26,025 
50,973 
74,667 
65,951 
78,271 
105,786 
112,518 
109,336 
105,305 
101,709 
99,893 
96,889 
111,590 
119,223 
149,287 
184,261 
187,730 
160,515 
AT 
119 
336 
347 
164 
334 
436 
625 
1,084 
1,307 
1,464 
1,570 
1,565 
1,579 
1,631 
1,657 
1,549 
1,518 
1,537 
1,446 
1,529 
1,611 
1,777 
1,900 
1,896 
1,726 
Sailing ships 
NSA 
151 
136 
149 
151 
131 
99 
67 
33 
25 
13 
9 
5 
6 
4 
6 
5 
4 
4 
4 
2 
3 
4 
4 
5 
8 
NT 
19,193 
20,477 
26,179 
31,375 
30,507 
26,457 
20,532 
12,778 
9,979 
5,925 
4,271 
917 
2,751 
741 
1,121 
877 
1,051 
2,844 
2,844 
925 
964 
3,038 
3,183 
3,402 
5,905 
AT 
127 
151 
176 
208 
233 
267 
302 
387 
399 
456 
475 
183 
459 
185 
187 
175 
263 
711 
711 
463 
321 
760 
796 
680 
738 
Motorships 
NM NT AT 
Sealighters 
NSE NT AT 
Total 
TS 
156 
141 
154 
158 
135 
107 
79 
57 
64 
64 
51 
55 
73 
73 
72 
73 
71 
69 
71 
75 
77 
88 
101 
104 
101 
TT 
20,895 
22,155 
27,914 
32,626 
31,841 
29,946 
28,033 
38,803 
60,952 
80,592 
70,222 
79,188 
108,537 
113,259 
110,457 
106,182 
102,760 
102,737 
99,733 
112,515 
120,187 
152,325 
187,444 
191,132 
166,420 
AT 
134 
157 
181 
206 
236 
280 
355 
680 
952 
1,259 
1,377 
1,440 
1,487 
1,551 
1,534 
1,455 
1,447 
1,489 
1,405 
1,500 
1,561 
1,717 
1,843 
1,838 
1,648 
1913 
1914 
1920 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 
1935 
1036 
1937 
1938 
1939 
97 
112 
125 
194 
192 
180 
178 
156 
150 
145 
142 
142 
143 
131 
130 
111 
96 
90 
85 
83 
76 
67 
174,021 
222,924 
240,452 
378,810 
377,939 
367,976 
378,582 
342,294 
328,132 
320,447 
301,595 
291,184 
316,133 
308,999 
307,684 
257,102 
220,080 
210,337 
198,804 
194,128 
182,620 
163,883 
1,794 
1,990 
1,924 
1,953 
1,968 
2,044 
2,127 
2,194 
2,188 
2,210 
2,124 
2,095 
2,211 
2,359 
2,367 
2,316 
2,293 
2,337 
2,339 
2,339 
2,403 
2,446 
8 
12 
4 
2 
5 
6 
3 
7,616 
13,212 
2,419 
2,187 
3,371 
2,801 
2,573 
2,078 
2,078 
2,078 
2,078 
2,078 
2,078 
2,078 
2.078 
952 
1,101 
605 
1,094 
674 
467 
858 
12 
7 
4 
4 
2 
4 
5 
6 
6 
8 
10 
10 
10 
10 
10 
11 
11 
11 
16 
28 
5,130 
2,039 
840 
840 
495 
6,946 
11,928 
12,201 
12,031 
21,699 
32,887 
36,719 
36,719 
36,719 
37,056 
38,960 
38,960 
40,198 
53,851 
87,810 
175 
291 
210 
210 
248 
1,737 
2,386 
2,034 
2,005 
2,712 
3,288 
3,671 
3,671 
3,671 
3,703 
3,541 
3,541 
3,654 
3,366 
3,136 
6 
6 
6 
10 
10 
9 
9 
6 
5 
5 
1 
1 
1 
2,898 
2,898 
3,261 
5,337 
5,352 
4,678 
4,678 
3,123 
2,763 
2,763 
498 
498 
498 
105 
124 
141 
203 
201 
190 
183 
161 
156 
158 
155 
154 
164 
152 
150 
130 
112 
106 
101 
95 
93 
96 
181,637 
236,136 
248,001 
383,036 
382,150 
371,617 
381,650 
351,318 
342,138 
337,624 
318,602 
318,222 
356,435 
353,148 
351,059 
298,499 
260,259 
252,060 
240,527 
234,824 
236,979 
252,191 
1,730 
1,904 
1,922 
1,887 
1,901 
1,956 
2,085 
2,182 
2,193 
2,137 
2,055 
2,066 
2,173 
2,323 
2,340 
2,296 
2,324 
2,378 
2,381 
2,472 
2,548 
2,627 
Situat ion pe r 1st January 
Abbreviations NS = number steam ships, NSA = number sailing ships, NM = number motorships, NSE= number sealighters, TS = total number of ships NT = number of tons (net) TT = total number of 
tons, AT = average ton 
Sources ARA, Bestuur van het Zeewezen, 2892 Statistieken der Belgische Koopvaardijvloot (1839-1943) 
The figures for the period 1840-1900 see K. VERAGHIERT, De hmenbeweging te Antwerpen tijdens de 19de eeuw, IV Bijlagen, bijlage XC 
Packetboats are not included In 1914 there were 12 with a total net tonnage of 8,076, m 1930 6 with a total net tonnage of 4,550 
vo 
Appendix II — Index evolution of the Belgian merchant fleet (1840-1939). 
Year 
1840 
1846 
1850 
1855 
1860 
1865 
1870 
1875 
1880 
1885 
1890 
Index 
11.8 
13.9 
16.0 
18.3 
20.9 
24.8 
31 4 
60 3 
84.3 
111.6 
122 
Year 
1895 
1900 
1905 
1910 
1914 
1920 
1925 
1930 
1935 
1939 
Index 
127.6 
131 8 
132 
163 3 
168.7 
170 3 
193 4 
188 2 
204.8 
232 8 
We choose as basic index the most objective cntenon viz the anthmetical mean of the average 
yearly tonnage. There are no figures available for 1845. 
Appendix III. — Incoming ships and tonnage in Antwerp, 1840-1939 (1,000 Moorsom tons). 
Year 
1840 
1845 
1850 
1855 
1860 
1865 
1870 
1875 
1880 
1885 
1890 
1895 
1900 
1905 
1910 
1913 
1920 
1925 
1930 
1935 
1939 
Ships 
1,172 
1,941 
1,426 
2,003 
2,568 
3,010 
4,125 
4,267 
4,482 
4,420 
4,728 
4,653 
5,244 
6,034 
6,770 
7,056 
7,698 
9,971 
11,002 
11,125 
9,524 
Tons 
154 
247 
205 
318 
467 
664 
1,167 
1,838 
2,623 
3,422 
4,506 
5,364 
6,692 
9,851 
12,654 
14,147 
10,859 
20,202 
23,465 
22,035 
19,390 
Average tons 
131 
127 
143 
158 
181 
220 
282 
430 
585 
774 
953 
1,152 
1,276 
1,606 
1,869 
2,005 
1,411 
2,026 
2,133 
1,981 
2,036 
Sources K, VERAGHIERI, op cit, I, pp 19-20 the figures of the Chamber of Commerce are usefiil for the conjunctural trend 
Forthe years mS-im se& Annuaire de la Chambre de Commerce dAnvers. 1935,p 151,1938-1939 pp 219-220 Till 
1887 the reports of the Chamber of Commerce mentioned the steamships on inland waterways, this modifies the incoming 
tonnage figures by 4 to 6% 
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Appendix IV. — Dismantled ships and their tonnage (Moorsom) in Belgian harbours on 1st January. 
Year 
1930 
1931 
1932 
1933 
1934 
1935 
1936 
No. of ships 
Foreign 
5 
26 
44 
31 
21 
10 
3 
Belgian 
6 
27 
54 
53 
38 
26 
9 
Total 
11 
53 
98 
86 
59 
36 
12 
Tonnage (Moorsom) 
Foreign 
24,121 
103,752 
163,104 
147,859 
102,649 
45,227 
8,628 
Belgian 
14,311 
62,254 
132,555 
126,676 
94,037 
60,524 
20,303 
Total 
38,432 
166,006 
295,659 
274,535 
196,686 
105,751 
28,931 
Source ; ARA, Bestuur van Zeewezen, no. 3430, Statistiek der onttakelde schepen (verschillende Belgische havens), 1929-1936. 
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Appendix V — Share of the most important nationalities 
m the incoming tonnage at Antwerp, 1820-1939. 
Year 
1820 
1825 
1829 
1835 
1840 
1845 
1850 
1855 
1860 
1865 
1870 
1875 
1880 
1885 
1890 
1895 
1900 
1905 
1910 
1913 
1920 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 
1935 
1936 
1937 
1938 
1939 
U.S.A. 
23.6 
17.1 
19.4 
15.0 
18.9 
15.2 
12.5 
14.3 
20.0 
3.0 
1.7 
3.6 
2.1 
0.6 
1.6 
0.4 
0.0 
2.6 
0.2 
1.7 
15.2 
8.2 
6.4 
4.3 
4.2 
3.6 
3.3 
3.1 
3.2 
2.9 
3.0 
3.2 
3.6 
3.3 
3.1 
2.7 
3.0 
3.1 
3.1 
3.2 
Belgium 
30.9 
55.8 
34.9 
15.3 
11.4 
12.5 
21.9 
12.8 
4.0 
6.8 
3.9 
8.3 
10.1 
10.1 
12.0 
10.2 
7.8 
5.6 
8.7 
6.5 
10.0 
5.9 
6.0 
7.0 
7.1 
6.3 
6.2 
6.3 
6.3 
5.9 
6.0 
5.5 
4.2 
4.2 
4.8 
4.5 
4.4 
4.6 
4.8 
6.0 
U.K. 
21.3 
11.4 
23 3 
14.9 
14.8 
8.2 
16.5 
19.1 
17.8 
22.5 
58.3 
56.2 
59.9 
61.3 
60.8 
53.1 
48.2 
50.4 
46.0 
43.6 
43.6 
48.9 
45.2 
42.3 
39.0 
37.4 
40.7 
37.4 
35.4 
34.1 
32.0 
31.9 
32.0 
29.2 
26.5 
24 5 
23.3 
24.1 
23.7 
21.8 
Germany 
9.8 
72 
8.5 
32.7 
27 9 
27.8 
20 5 
21.1 
19.7 
24.2 
7.8 
7.0 
6.4 
8.3 
12.8 
23.8 
23.2 
24.3 
28.7 
32.6 
1.6 
3.4 
7.8 
10.8 
13.8 
15.4 
15.8 
18.6 
21.0 
22.8 
23.2 
23.3 
22.0 
29.8 
25.0 
26 5 
26.2 
26.7 
25.3 
22.2 
Source Haven van Antwerpen, Statistiek der zee- en binnenscheepvaart, from 1913 on (ed Port Service) 
The figures for the penod 1820-1895 K. VERAGHTERT, De havenbeweging te Antwerpen tijdens de negentiende eeuw, IV. 
Bijlagen, bijlage XCI 
For the years 1900,1905,1910 SAA, MA, 36238,36243,36248 We had to calculate the totals for 1900 and 1905 in 
1905 some ships of the 'Red Star Line" were r^istrated under the Amencan flag This was not the case for 1900 and 1910. 
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Appendix VI — Incoming ships and tonnage from USA and share of Belgian ships in thousands Moorsom tons 
Year 
1900 
1905 
1910 
1913 
1920 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 
1935 
1936 
1937 
1938 
1939 
1 
NS 
219 
164 
159 
187 
400 
229 
247 
235 
234 
259 
245 
225 
234 
370 
394 
384 
348 
363 
312 
312 
238 
263 
239 
197 
NT 
708 
912 
892 
1,017 
1,919 
1,152 
1,267 
1,253 
1,122 
1,353 
1,146 
1,294 
1,278 
1,858 
1,977 
1,906 
1,657 
1,802 
1,461 
1,419 
1,146 
1,193 
1,073 
891 
II 
NS 
51 
26 
100 
125 
81 
163 
130 
97 
130 
122 
111 
130 
112 
-
— 
-
— 
-
-
— 
124 
193 
202 
175 
NT 
116 
91 
298 
407 
298 
656 
574 
416 
553 
524 
491 
576 
498 
-
-
-
-
-
-
— 
539 
845 
917 
725 
III 
NS 
— 
— 
-
4 
10 
28 
5 
16 
24 
44 
36 
52 
44 
53 
91 
96 
99 
95 
66 
87 
69 
57 
102 
75 
NT 
— 
— 
-
10 
40 
15 
16 
96 
104 
212 
150 
239 
200 
252 
412 
450 
474 
419 
303 
423 
329 
264 
463 
340 
Total 
NS 
270 
190 
259 
316 
491 
420 
382 
348 
388 
425 
392 
407 
390 
423 
485 
490 
447 
458 
378 
399 
431 
513 
543 
447 
NT 
825 
1,003 
1,189 
1,434 
1,987 
1,973 
1,857 
1,765 
1,779 
2,090 
1,898 
2,099 
1,976 
2,110 
2,389 
2,356 
2,130 
2,221 
1,764 
1,843 
2,014 
2,302 
2,454 
1,956 
Percentage in total 
incoming tonnage 
123 
102 
94 
10 1 
183 
152 
123 
10 2 
92 
10 3 
83 
89 
84 
87 
10 2 
10 5 
10 8 
10 9 
86 
84 
87 
92 
10 2 
10 1 
Percentage of Belgian 
tonnage in total 
income from USA 
23 6 
124 
44 1 
175 
184 
9 1 
10 9 
14 3 
174 
18 1 
17 8 
16 1 
16 1 
11 9 
122 
98 
69 
77 
10 5 
89 
80 
93 
86 
12 5 
Average ton 
3,056 
5,279 
4,591 
4,537 
4,046 
4,697 
4,861 
5,071 
4,585 
4,917 
4,841 
5,157 
5,066 
4,988 
4,925 
4,808 
4,765 
4,849 
4,666 
4,619 
4,672 
4,487 
4,519 
4,375 
1 USA - Atlantic Ocean (New York, Portland, Baltimore, Philadelphia, Newport News, Savanah) 
II USA - Gulf of Mexico (New Orleans, Galveston) 
III USA - Pacific Ocean - Canada 
Source Haven van Antwerpen Statistiek der zee-en binnenscheepvaart (1913-1939) 
For the years 1900,1905, 1910 we used the registers of the port SAA, MA 36238,36243,36248 We had to calculate the totals for 1900 and 1905. In the register of 1905 SMne ships of the 'Red 
Star Line" (260,576 tons or 25 98% of the incoming tonnage from USA) were placed under the American flag This was not the case m 1910 
Appendix VII — Imports from U.S.A. (in tons). 
Year 
1860 
1870 
1880 
1890 
(1895) 
1900 
1910 
1937 
Cereals 
1,521 
15,523 
515,555 
316,289 
616,975 
220,677 
148,787 
Fruit 
(fres-Kiry) 
133 
1,999 
5,565 
11,142 
Coffee 
1,304 
882 
1,333 
558 
949 
Tobacco 
3,369 
988 
5,689 
7,166 
8,306 
5,118 
1,075 
Cotton 
6,414 
512 
5,260 
13,070 
29,315 
18,181 
10,847 
Petrolium 
48,131 
101,032 
107,868 
109,662 
125,677 
41,716 
Cars 
94 
41,841 
Linseed 
cake 
10,095 
65,264 
132,634 
Meat 
32,282 
21,391 
12,494 
4,507 
Wood 
74 ton 
103 ton -f 48,987 m^ 
2,212 ton •(• 58,991 m^ 
121,028 ton 
51,228 ton 
Source Rapport Mouvement commercial, mdustnel et maritime de la place d'Anvers, 1880-1910, 
AMBZ, 2719 ,^ Haven van Antwerpen, Statistiek der zee- en bmnenscheepvaart (for 1937) 
Appendix VIII - Exports to USA (in tons). 
Year 
1880 
1890 
1895 
1900 
1910 
1937 
Steel-nron 
43,487 ' 
5,633 
12,456 
4,742 
62,791 
128,314 
Zinc 
2,278 
383 
81 
130 
1,267 
11,737 
Lead 
116 
15,920 
12,456 
55 
15,920 
-
Cement 
-
-
137,552 
95,487 
20,495 
150,951 
Window-panes 
26,682 
38,255 
20,028 
13,988 
13,116 
12,061 
Rags 
7,727 
2,533 
9,154 
11,106 
34,328 
69,830 ' 
H ide ' 
1 
1,709 
4,032 
4,285 
7,822 
-
Animal fats 
— 
1,969 
1,748 
1,605 
8,281 
-
Raw sugar 
122 
5,346 
11,358 
49,750 
3,001 
-
Notes ' Also scrap iron 
' Classed with unnamed textiles 
' Raw or dressed 
Sources Rapport Mouvement commercial, mdustnel et mantime de la place d'Anvers, 1880-1910 ; 
AMBZ, 2719^ pnnted lists 1895, 1896 with higher figures compared with "Rapport..." ; 
Haven van Antwerpen, Statistiek der zee- en bmnenscheepvaart (for 1937) 
